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(57) ABSTRACT

Deceleration control systems, methods, and programs
acquire from learning information a target deceleration point
in front of a traveling vehicle and an associated deceleration
end point. The deceleration end point is a point representa-
tive of one or more locations at which deceleration of the
vehicle or another vehicle was actually completed in the past
as the vehicle or the other vehicle approached the associated
deceleration end point. The systems, methods, and programs
determine a distance between the acquired target decelera-
tion point and the acquired deceleration end point as a
predicted distance over which traffic is present. The systems,
methods, and programs communicate with a vehicle ECU to
perform a deceleration control of the vehicle so that (i) the
longer the determined distance, the greater the deceleration
rate applied during the deceleration control, and (ii) the
deceleration is complete by the time the vehicle reaches the
acquired deceleration end point.

20 Claims, 3 Drawing Sheets
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1
DECELERATION SETTING SYSTEM,
DECELERATION SETTING METHOD, AND
DECELERATION SETTING PROGRAM

INCORPORATION BY REFERENCE

The disclosure of Japanese Patent Application No. 2013-
171863, filed on Aug. 22, 2013, including the specification,
drawings and abstract, is incorporated herein by reference in
its entirety.

BACKGROUND

1. Related Technical Fields

Related technical fields include deceleration setting sys-
tems, deceleration setting methods, and deceleration setting
programs that set a deceleration so as to perform a decel-
eration control at a deceleration point.

2. Related Art

A driving support apparatus is known which sets a timing
of deceleration guidance at each intersection at which decel-
eration assist is carried out (see Japanese Patent Application
Publication No. 2011-227833 (JP 2011-227833 A)). That is,
a driving support apparatus is known which provides decel-
eration guidance earlier or later depending on intersections.

SUMMARY

When the deceleration guidance, however, is provided
early, the deceleration is started at a position distant from an
intersection and thus there is a problem of a traffic flow
being disturbed when a traffic volume is large.

The broad principles described herein were invented in
consideration of the above-mentioned problem and exem-
plary implementations of these broad inventive principles
provide a technique capable of performing a deceleration
control so that a traffic flow is not disturbed.

Exemplary implementations provide deceleration control
systems, methods, and programs for a vehicle that access
learning information, the learning information including
target deceleration points associated with deceleration end
points, each target deceleration point being a point on a road
where deceleration of the vehicle must be completed, and
each deceleration end point being a point representative of
one or more locations at which deceleration of the vehicle or
another vehicle was actually completed in the past as the
vehicle or the other vehicle approached the associated
deceleration end point. While the vehicle is traveling, the
systems, methods, and programs acquire from the learning
information a target deceleration point in the direction of
travel of the vehicle and the deceleration end point associ-
ated with the acquired target deceleration point. The sys-
tems, methods, and programs determine a distance between
the acquired target deceleration point and the acquired
deceleration end point, and predict that the determined
distance is a distance over which traffic is present prior to the
target deceleration point in the direction of travel of the
vehicle. The systems, methods, and programs communicate
with a vehicle ECU to perform a deceleration control of the
vehicle so that (i) the longer the determined distance, the
greater the deceleration rate applied during the deceleration
control, and (ii) the deceleration is complete by the time the
vehicle reaches the acquired deceleration end point.

According to these implementations, since the decelera-
tion is set before the target deceleration point depending on
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2

the predicted traffic volume, it is possible to set the decel-
eration so as not to disturb a traffic flow.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a block diagram illustrating a navigation system
including a deceleration setting system;

FIG. 2A is a diagram illustrating a deceleration end point;

FIGS. 2B to 2D are diagrams schematically illustrating
deceleration points;

FIG. 2E is a graph illustrating a vehicle speed in a
deceleration control; and

FIG. 3 is a flowchart illustrating a deceleration control
process algorithm.

DETAILED DESCRIPTION OF EXEMPLARY
IMPLEMENTATIONS

Hereinafter, examples will be described in the following
order: (1) Configuration of Navigation System; (2) Decel-
eration Control Process; and (3) Other Examples.

1. Configuration of Navigation System

FIG. 1 is a block diagram illustrating a configuration of a
deceleration setting system mounted on a vehicle. In this
example, the deceleration setting system is embodied by a
navigation system 10. The navigation system 10 includes a
control unit 20 including a CPU, a RAM, and a ROM, and
the control unit 20 executes programs stored in the ROM. In
this example, a navigation program can be executed as one
of the programs. The navigation program is a program
causing the control unit 20 to perform a function of guiding
a driver to a destination by displaying a map including a
current position of a vehicle. The navigation program
includes various programs used in the course of traveling of
the vehicle. In this example, the navigation program
includes a deceleration control program 21 causing the
control unit 20 to perform a deceleration control of applying
a braking force to the vehicle in a section in which the
vehicle decelerated in the past.

Map information 30a is recorded on a recording medium
30. Learning information 305 is recorded on the recording
medium 30 in the course of traveling of the vehicle. The map
information 30a includes node data indicating positions of
nodes corresponding to end points (start points and end
points) of a road section in which a vehicle travels, shape
interpolation point data indicating positions of shape inter-
polation points for specifying a shape of a road between the
nodes, and link data indicating a link between the nodes. The
map information 30qa further includes terrestrial object data
indicating a road and features disposed around the road.

The RAM, ROM, and recording medium are all com-
puter-readable storage mediums. The term “computer-read-
able storage medium” as used herein is not intended to
encompass transitory signals.

The learning information 305 is information indicating a
target deceleration point at which a deceleration control
process will be performed. In the learning information 305
in this example, at least a deceleration end point and a target
vehicle speed are recorded in association with each target
deceleration point.

The target deceleration point is a deceleration point,
which is present in the same link as the deceleration end
point and which is closest to the deceleration end point and
ahead of the deceleration end point (ahead in the traveling
direction of the vehicle), out of the deceleration points. The
deceleration point is a point at which a feature as a factor of
deceleration of a vehicle is present in the map information
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30a and is a point that can be specified in advance on the
basis of the feature data, the link data, or the like of the map
information 30q. In this example, a point at which any of a
temporary stop line, a traffic light, and a crossing is located
is a deceleration point.

The deceleration end point is a point at which the decel-
eration of a vehicle was ended in the past, and which is
before the target deceleration point (behind in the traveling
direction of the vehicle). That is, a driver decelerates the
vehicle with the target deceleration point as a target, and the
deceleration is thus ended at the deceleration end point. In
this example, the deceleration end point is a point at which
the vehicle speed reaches 0 subsequently to a decrease in
vehicle speed by a predetermined degree of decrease or
more (for example, 5 km/h) and a point at which the vehicle
speed increases again subsequently to a decrease in vehicle
speed by a predetermined degree of decrease or more. The
deceleration end point in this example is a point at which the
number of times of deceleration N at the same position is
equal to or more than a threshold value (for example, five)
and a deceleration probability obtained by dividing the
number of times of deceleration N by a total number of times
of passing is equal to or greater than a predetermined
probability (for example, 80%). The total number of times of
passing is the number of times at which the vehicle passed
through the deceleration end point regardless of whether the
vehicle decelerated or not. The increase in vehicle speed
again means that the state of an accelerator pedal not
illustrated is changed from a released state to a pressed state.

In this example, deceleration end points which are not
strictly the same position but are present within an accept-
able error are considered as deceleration end points of the
same position. Accordingly, the number of times of decel-
eration N at the same position means the number of decel-
eration end points that are present within an acceptable error.
For example, in the same link as the target deceleration
point, N deceleration end points at which a distance between
the farthest deceleration end point (close to the target
deceleration point) and the closest deceleration end point
(farthest from the target deceleration point) is within an
acceptable error (20 m) are considered as the deceleration
end points of the same position. A point representative of the
N deceleration end points present within an acceptable error
is learned as a valid deceleration end point in the learning
information 305. The valid deceleration end point means a
deceleration end point that is a subject of a deceleration
control to be described later.

The point representative of the N deceleration end points
present within the acceptable error is a center point out of the
N deceleration end points. FIG. 2A is a diagram schemati-
cally illustrating deceleration end points R. As illustrated in
the drawing, the point (valid deceleration end point E)
representative of the N deceleration end points R present
within the acceptable error is a deceleration end point E
located at the N/2-th (rounding-up to the nearest whole
number) position from the target deceleration point T
located ahead. When the deceleration end point E is learned
as valid but the deceleration probability is less than a
predetermined probability, the deceleration end point E is
invalidated in the learning information 306. The target
vehicle speed is an average vehicle speed of vehicle speeds
when the deceleration is ended at the respective N decel-
eration end points R of the same position. The target vehicle
speed may be a minimum vehicle speed among the vehicle
speeds when the deceleration is ended at the respective N
deceleration end points R of the same position or may be a
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legal vehicle speed required by the law at the target decel-
eration point T located ahead of the deceleration end points
R.

A vehicle in this example includes a GPS receiver unit 41,
a vehicle speed sensor 42, a gyro sensor 43, a user I/F unit
44, a frictional brake unit 45, an internal combustion engine
49b, a gear mechanism 49¢, an output shaft 494, a power
generator 47, a motor 48, a battery 49a, and an ECU 50. The
vehicle is a hybrid vehicle that is driven by transmitting the
rotational drive force of the internal combustion engine 495
and the motor 48 to the output shaft 494 via the gear
mechanism 49¢. Accordingly, the vehicle may be braked by
an engine brake that transmits the rotational drive force of
the output shaft 494 to the internal combustion engine 495
via the gear mechanism 49¢ or a regenerative brake that
transmits the rotational drive force of the output shaft 494 to
the power generator 47 via the gear mechanism 49¢ and
accumulates electric power to the battery 49a. The energy
distribution to the internal combustion engine 495, the
power generator 47, and the motor 48 can be adjusted on the
basis of a control signal generated by the ECU 50.

The frictional brake unit 45 includes a device that controls
the pressure of a wheel cylinder for adjusting a degree of
deceleration by a frictional brake mounted on each vehicle
wheel, and the control unit 20 can output a control signal to
the frictional brake unit 45 to adjust the pressures of the
wheel cylinders. Accordingly, when the control unit 20
outputs a control signal to the frictional brake unit 45 to
increase the pressures of the wheel cylinders, the braking
force from the frictional brake increases and the vehicle is
decelerated. The ECU 50 outputs a control signal for per-
forming a braking operation by combination of the regen-
erative brake, the engine brake, and the frictional brake to
the power generator 47, the gear mechanism 49c¢, and the
frictional brake unit 45. The ECU 50 outputs the control
signal to the power generator 47, the gear mechanism 49c,
and the frictional brake unit 45 so as to realize a deceleration
set by the navigation system 10.

The upper limit (hereinafter, referred to as regenerative
upper-limit power) of power (power=current-voltage) that
can be accumulated in the battery 49a by the regenerative
brake is determined. When a deceleration corresponding to
power greater than the regenerative upper-limit power is set
by the navigation system 10, the ECU 50 allocates the
regenerative upper-limit power out of the power correspond-
ing to the set deceleration to the regenerative brake and
allocates the remaining power to the engine brake and the
frictional brake. That is, the ECU 50 outputs a control signal
for generating a regenerative braking force corresponding to
the regenerative upper-limit power out of the braking force
corresponding to the deceleration set by the navigation
system 10 to the gear mechanism 49¢ and the power
generator 47, and outputs a control signal for generating an
engine braking force and a frictional braking force corre-
sponding to the remaining power to the gear mechanism 49¢
and the frictional brake unit 45. Therefore, when the decel-
eration set by the navigation system 10 is greater than a
predetermined value, a brake other than the regenerative
brake generates a braking force and thus regeneration effi-
ciency at which the kinetic energy of the vehicle can be
recovered as electric energy is lowered. The vehicle is
provided with a brake pedal not illustrated. When the brake
pedal is stepped, the ECU 50 outputs a control signal for
generating a braking force corresponding to a deceleration
based on the degree of stepping on the brake pedal instead
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of the deceleration set by the navigation system 10 to the
power generator 47, the gear mechanism 49¢, and the
frictional brake unit 45.

The GPS receiver unit 41 receives RF waves from GPS
satellites and outputs a signal for calculating a current
position of the vehicle via an interface not illustrated. The
control unit 20 acquires this signal and acquires the current
position of the vehicle. The vehicle speed sensor 42 outputs
a signal corresponding to the rotation speed of the vehicle
wheels of the vehicle. The control unit 20 acquires this
signal via an interface not illustrated and acquires the
vehicle speed. The gyro sensor 43 detects an angular accel-
eration of a turn of the vehicle in the horizontal plane and
outputs a signal corresponding to the orientation of the
vehicle. The control unit 20 acquires this signal and acquires
the traveling direction of the vehicle. The vehicle speed
sensor 42, the gyro sensor 43, and the like are used to specity
a traveling path of the vehicle. In this example, the current
position is specified on the basis of the start point and the
traveling path of the vehicle, and the current position of the
vehicle specified on the basis of the start point and the
traveling path is corrected on the basis of the output signal
of the GPS receiver unit 41.

The user I/F unit 44 is an interface unit that receives a
driver’s instruction and that provides a variety of informa-
tion to the driver, and includes an input unit such as a display
unit including a touch panel display not illustrated or a
switch and a sound output unit such as a speaker. The user
I/F unit 44 receives a control signal from the control unit 20
and displays an image for providing a variety of guidance on
the touch panel display.

A deceleration control program 21 includes a deceleration
information learning unit 21a, a deceleration point acquiring
unit 215, and a deceleration setting unit 21c.

The deceleration information learning unit 21a is a mod-
ule that causes the control unit 20 to perform a function of
learning the deceleration end point R and the target vehicle
speed in association with the target deceleration point T in
the learning information 3056. Through the use of the func-
tion of the deceleration information learning unit 21a, the
control unit 20 learns a point at which the vehicle speed
reaches 0 subsequently to a decrease in vehicle speed by a
predetermined degree of decrease or more (for example, 5
km/h) and a point at which the vehicle speed increases again
subsequently to a decrease in vehicle speed by a predeter-
mined degree of decrease or more as the deceleration end
points R in the learning information 305.

As illustrated in FIG. 2A, when the number of times of
deceleration N as the number of times of learning of the
deceleration end points R at the same position (within the
acceptable error) is equal to or greater than a threshold value
(for example, five), the control unit 20 learns the point
representative of the N deceleration end points R learned at
the position as valid deceleration end point E in the learning
information 306 through the use of the function of the
deceleration information learning unit 21a. As illustrated in
FIG. 2A, the control unit 20 specifies the deceleration end
point R located at the N/2-th (rounding-up to a nearest whole
number) position from the target deceleration point T
located ahead as the point representative of the N decelera-
tion end points R present within the acceptable error, and
learns the specified point as the valid deceleration end point
E. Here, when the valid deceleration end point E is learned
but the deceleration probability is less than a predetermined
probability (for example, 80%), the control unit 20 invali-
dates the deceleration end point E in the learning informa-
tion 305.
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Through the use of the function of deceleration informa-
tion learning unit 21a, the control unit 20 learns the average
vehicle speed of vehicle speeds when the deceleration is
ended at the respective N deceleration end points R of the
same position as the target vehicle speed in the learning
information 305. Through the use of the function of decel-
eration information learning unit 21a, the control unit 20
specifies the deceleration point closest to the valid decel-
eration end point E out of the deceleration points present
ahead of the valid deceleration end point E in the same link
as the valid deceleration end point E as the target decelera-
tion point T. Then, the control unit 20 learns the valid
deceleration end point E and the target vehicle speed in
association with the target deceleration point T in the
learning information 305. Hereinafter, when a deceleration
end point E is described, it means a valid deceleration end
point E unless otherwise mentioned.

The deceleration point acquiring unit 215 is a module that
causes the control unit 20 to perform a function of acquiring
a deceleration point on a map. Through the use of the
function of the deceleration point acquiring unit 215, the
control unit 20 acquires a target deceleration point as a
deceleration point from the learning information 305. Spe-
cifically, when the vehicle approaches the deceleration end
point E learned in the learning information 305, the control
unit 20 acquires the target deceleration point T learned in
association with the deceleration end point E.

The deceleration setting unit 21c¢ is a module that causes
the control unit 20 to perform a function of setting a
deceleration when the vehicle is subjected to a deceleration
control before the target deceleration point T depending on
a traffic volume at the target deceleration point T. As
illustrated in FIG. 2A, the control unit 20 acquires a deter-
mination distance L, which is a distance from the decelera-
tion end point E to the target deceleration point T, as the
traffic volume through the use of the deceleration setting
function. The determination distance L is defined as a
straight distance between the deceleration end point E and
the target deceleration point T. The determination distance L
may be a distance on the link between the deceleration end
point E and the target deceleration point T. An association
between the determination distance L and an actual traffic
volume (for example, an inter-vehicle distance or the num-
ber of vehicles passing per unit time) may be recorded in
advance on the recording medium 30, and the control unit 20
may convert the determination distance L into the traffic
volume such as the inter-vehicle distance or the number of
vehicles passing on the basis of the association.

Through the use of the function of the deceleration setting
unit 21¢, the control unit 20 sets the deceleration to increase
as the determination distance L as the traffic volume
increases. FIG. 2E is a graph illustrating the vehicle speeds
in FIGS. 2B to 2D. The horizontal axis in FIG. 2E represents
the position of a vehicle in the traveling direction and the
vertical axis in FIG. 2E represents the vehicle speed. In
FIGS. 2B to 2D, the point at which a traffic light S is
disposed is a target deceleration point T and the point at
which a vehicle C marked by whitening is located is a
deceleration end point E. Other vehicles F marked by
hatching mean vehicles F that may be present between the
vehicle C of which the deceleration is ended at the decel-
eration end point E and the target deceleration point T. The
determination distance L in FIG. 2C is greater than that in
FIG. 2B, and the determination distance L in FIG. 2D is
greater than that in FIG. 2C. In FIG. 2E, the solid line
indicates a vehicle speed function V in FIG. 2B, the dotted
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line indicates a vehicle speed function V in FIG. 2C, and the
one-dotted chain line indicates a vehicle speed function V in
FIG. 2D.

In this example, through the use of the function of the
deceleration setting unit 21¢, the control unit 20 sets the
deceleration on the basis of a reference deceleration function
F(Z) in which a deceleration is defined for each remaining
distance Z from the vehicle C to the deceleration end point
E. The reference deceleration function F(Z) is a function of
the remaining distance Z (for example, a straight distance)
from the vehicle C to the deceleration end point E, and the
vehicle speed function V indicated by the solid line in FIG.
2E corresponds to a primary integral function of the refer-
ence deceleration function F(Z). The reference deceleration
function F(Z) is a function for defining a deceleration so that
the power in deceleration is equal to the regenerative upper-
limit power in the regenerative brake. Accordingly, when the
deceleration is set on the basis of the reference deceleration
function F(Z), the ECU 50 can recover the kinetic energy of
the vehicle to the battery 49a without waste by outputting a
control signal based on the set deceleration to the power
generator 47, the gear mechanism 49¢, and the frictional
brake unit 45.

Through the use of the function of the deceleration setting
unit 21¢, the control unit 20 sets the deceleration on the basis
of the reference deceleration function F(Z) when the deter-
mination distance L as the traffic volume falls into a first
distance section (for example, 0 m=[.<5 m). When it is
assumed in FIG. 2B that the determination distance L falls
into the first distance section, the vehicle speed slowly
decreases like the vehicle speed function V indicated by the
solid line in FIG. 2E.

Through the use of the function of the deceleration setting
unit 21¢, the control unit 20 sets the deceleration on the basis
of a reference deceleration function K1[JF(Z), which is
obtained by multiplying the reference deceleration function
F(Z) by a predetermined coeflicient K1 (>1) (for example,
K1=1.5), when the determination distance L falls into a
second distance section (for example, 5 m=<[.<15 m) greater
than the first distance section. When it is assumed in FIG. 2C
that the determination distance L falls into the second
distance section, the vehicle speed decreases more rapidly
than the vehicle speed function V in FIG. 2B in which the
determination distance L falls into the first distance section,
like the vehicle speed function V indicated by the dotted line
in FIG. 2E.

Through the use of the function of the deceleration setting
unit 21¢, the control unit 20 sets the deceleration on the basis
of a reference deceleration function K2-F(Z), which is
obtained by multiplying the reference deceleration function
F(Z) by a predetermined coefficient K2 (K2>K1) (for
example, K2=2), when the determination distance L falls
into a third distance section (for example, 15 m=[.<25 m)
greater than the second distance section. When it is assumed
in FIG. 2D that the determination distance L falls into the
third distance section, the vehicle speed decreases more
rapidly than the vehicle speed function V in FIG. 2C in
which the determination distance L falls into the second
distance section, like the vehicle speed function V indicated
by the one-dotted chain line in FIG. 2E. Accordingly, the
control unit 20 can set the deceleration to be greater as the
determination distance L as the traffic volume increases. The
coeflicients K1 and K2 may not be set to constant values for
each section of the determination distance [ and may be
derived using a monotonous increasing function of the
determination distance L.
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Through the use of the function of the deceleration setting
unit 21¢, the control unit 20 sets the deceleration control so
that a predetermined target vehicle speed VE is achieved at
the deceleration end point E. Through the use of the function
of the deceleration setting unit 21c, the control unit 20
acquires the target vehicle speed VE learned in association
with the deceleration end point E to be approached in the
learning information 305, and sets a deceleration distance W
on the basis of the target vehicle speed VE. The deceleration
distance W is a distance at which the deceleration is started
when the remaining distance Z from the vehicle C to the
deceleration end point E is equal to the deceleration distance
W. The control unit 20 defines a constant term of the vehicle
speed function V which is the primary integral function of
the reference deceleration function F(Z) or the deceleration
function K1-F(Z) or K2-F(Z) so that the vehicle speed at the
deceleration end point E (Z=0) is equal to the target vehicle
speed VE. Then, the control unit 20 acquires the remaining
distance Z, at which the vehicle speed acquired from the
vehicle speed function V of which the constant term is
defined is equal to the current vehicle speed VI, as the
deceleration distance W. In FIG. 2E, it is assumed that the
vehicle C approaches the deceleration end point E at a
constant vehicle speed VI in any of FIGS. 2B to 2D.

Here, since the deceleration distance W (braking distance)
by which the vehicle travels at the time of reducing the
current vehicle speed VI to the target vehicle speed VE
decreases with an increase in the deceleration, the decelera-
tion distance W in FIG. 2C is greater than that in FIG. 2B.
Similarly, the deceleration distance W in FIG. 2D is greater
than that in FIG. 2C. That is, the greater the determination
distance L as the traffic volume is, the later the start of the
deceleration is.

Through the use of the function of the deceleration setting
unit 21¢, the control unit 20 sets the deceleration so as not
to perform the deceleration control when the traffic volume
is equal to or greater than a threshold value. That is, when
the determination distance L as the traffic volume is equal to
or greater than the upper limit (for example, 25 m) of the
third distance section as the threshold value, the control unit
20 sets the deceleration so as not to perform the deceleration
control even if the vehicle C approaches the deceleration end
point E. When the deceleration control is set not to be
performed by the navigation system 10 but the brake pedal
is stepped, the ECU 50 outputs a control signal for gener-
ating a deceleration based on the degree of stepping on the
brake pedal to the power generator 47, the gear mechanism
49c¢, and the frictional brake unit 45.

In the above-mentioned example, the control unit 20 sets
the deceleration at the time of performing the deceleration
control on the vehicle C before the target deceleration point
T depending on the traffic volume (determination distance L)
at the target deceleration point T through the use of the
function of the deceleration setting unit 21¢. Accordingly, it
is possible to set the deceleration so as not to disturb the
traffic flow. Here, when the traffic volume is large and the
deceleration is slowly performed at a small deceleration
from a position located distant from the target deceleration
point T, the traffic flow may be disturbed. When the point at
which the deceleration is started is distant from the target
deceleration point T, a driver of a different vehicle may
misunderstand that the deceleration is not a deceleration to
the target deceleration point T and thus the different vehicle
may decelerate at an unnecessarily-large deceleration. On
the contrary, since the control unit 20 sets the deceleration
to increase as the traffic volume increases through the use of
the function of the deceleration setting unit 21c, it is possible
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to start the deceleration from a position close to the target
deceleration point T and thus to prevent the traffic flow from
being disturbed.

As illustrated in FIGS. 2B to 2D, the deceleration is ended
at the deceleration end point E before the target deceleration
point T due to different vehicles F present between the
vehicle C and the target deceleration point T. Here, as the
determination distance L. from the deceleration end point E
to the target deceleration point T increases, it can be con-
sidered that the number of different vehicles F present
between the vehicle C and the target deceleration point T
increases and the traffic volume increases. Accordingly,
through the use of the function of the deceleration setting
unit 21¢, the control unit 20 can acquire the determination
distance L from the deceleration end point E to the target
deceleration point T as the traffic volume. Since the decel-
eration end point E can be learned in association with the
target deceleration point T, the traffic volume may not be
acquired by a sensor, communications, or the like.

Through the function of the deceleration setting unit 21c,
the control unit 20 sets the deceleration so as not to perform
the deceleration control when the traffic volume is equal to
or greater than a threshold value. Accordingly, when the
traffic volume is large, the driver can perform the decelera-
tion on the basis of his or her own determination instead of
performing the deceleration control and it is thus possible to
prevent the traffic flow from being disturbed. Through the
use of the function of the deceleration setting unit 21¢, the
control unit 20 sets the deceleration control so that a
predetermined target vehicle speed VE is achieved at the
deceleration end point E. Accordingly, it is possible to
reduce the vehicle speed at the deceleration end point E to
the target vehicle speed VE.

2. Deceleration Control Process

The deceleration control method will be described in
detail below. FIG. 3 is a flowchart illustrating the decelera-
tion control process algorithm upon which the method is
based. The process algorithm may be implemented in the
form of a computer program that is stored in, for example,
the recording medium 30, or the RAM and/or ROM included
in the control unit 20, and executed by the CPU in the
control unit 20. Although the structure of the above-de-
scribed navigation system 10 is referenced in the description
of the method, the reference to such structure is exemplary,
and the method need not be limited by the specific structure
of the navigation system 10.

The deceleration control process is a process of perform-
ing a deceleration control when a vehicle travels before the
valid deceleration end point E learned in the learning
information 304 through the learning process. First, through
the use of the function of the deceleration point acquiring
unit 215, the control unit 20 determines whether the remain-
ing distance Z from the vehicle C to the deceleration end
point E is equal to or less than a threshold value (for
example, 300 m) (step S100). That is, the control unit 20
determines whether the vehicle C approaches the decelera-
tion end point E. For example, the control unit 20 determines
whether the distance from the vehicle C to the deceleration
end point E is equal to or less than the threshold value when
the vehicle C ftravels in a previously-searched planned
traveling path and the deceleration end point E is present
ahead in the predicted running path.

When it is determined that the remaining distance Z is not
equal to or less than the threshold value (N in step S100), the
control unit 20 returns the process flow and waits until the
remaining distance Z is equal to or less than the threshold
value.
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On the other hand, when it is determined that the remain-
ing distance Z is equal to or less than the threshold value (Y
in step S100), the control unit 20 acquires the target decel-
eration point T and acquires the determination distance L
between the deceleration end point E and the target decel-
eration point T as the traffic volume through the use of the
function of the deceleration point acquiring unit 215 (step
S110). The target deceleration point T is a deceleration point
which has been learned in association with the deceleration
end point E being approached in the learning information
304, and is a deceleration point closest to the deceleration
end point E out of the deceleration points present ahead of
the deceleration end point E in the same link as the decel-
eration end point E.

Then, through the use of the function of the deceleration
setting unit 21c¢, the control unit 20 determines whether the
determination distance L as the traffic volume is equal to or
greater than a threshold value (25 M) (step S120). When it
is determined that the determination distance L as the traffic
volume is greater than the threshold value (N in step S120),
the control unit 20 returns the deceleration control process to
the first step (step S100). Accordingly, when the determi-
nation distance L as the traffic volume is greater than the
threshold value, the deceleration control is not performed.
That is, through the use of the function of the deceleration
setting unit 21c¢, the control unit 20 sets the deceleration so
as not to perform the deceleration control when the deter-
mination distance L as the traffic volume is equal to or
greater than the threshold value.

Then, through the use of the function of the deceleration
setting unit 21c¢, the control unit 20 sets the deceleration
when the vehicle C is subjected to the deceleration control
before the target deceleration point T depending on the
determination distance L as the traffic volume at the target
deceleration point (step S130). Specifically, through the use
of the function of the deceleration setting unit 21c¢, the
control unit 20 sets the deceleration to increase as the
determination distance L as the traffic volume increases. The
control unit 20 sets the deceleration on the basis of the
reference deceleration function F(Z) when the determination
distance L falls into the first distance section (for example,
0 m£L.<5 m). The control unit 20 sets the deceleration on the
basis of a deceleration function K1-F(Z), which is obtained
by multiplying the reference deceleration function F(Z) by a
coeflicient K1 (for example, 1.5), when the determination
distance L[ falls into the second distance section (for
example, 5 m£1.<15 m). The control unit 20 sets the decel-
eration on the basis of a deceleration function K2-F(Z),
which is obtained by multiplying the reference deceleration
function F(Z) by a coefficient K2 (for example, 2), when the
determination distance L falls into the third distance section
(for example, 15 m£L.<25 m).

Then, through the use of the function of the deceleration
setting unit 21¢, the control unit 20 acquires the target
vehicle speed VE at the deceleration end point E (step S140).
That is, the control unit 20 acquires the target vehicle speed
VE learned in association with the deceleration end point E
being approached in the learning information 305.

Through the use of the function of the deceleration setting
unit 21¢, the control unit 20 acquires the deceleration
distance W on the basis of the current vehicle speed VI and
the target vehicle speed VE (step S150). Specifically, the
control unit 20 acquires the primary integral function of the
reference deceleration function F(Z) or the deceleration
function K1-F(Z) or K2-F(Z) set on the basis of the deter-
mination distance L as the vehicle speed function V, and sets
the constant term of the vehicle speed function V so that the
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vehicle speed at the deceleration end point E (Z=0) is equal
to the target vehicle speed VE (FIG. 2E). Then, the control
unit 20 acquires the remaining distance Z at which the
vehicle speed is equal to the current vehicle speed VI, as the
deceleration distance W on the basis of the vehicle speed
function V of which the constant term has been set. Here, as
the determination distance L as the traffic volume increases,
the larger deceleration distance W is acquired. In this way,
the deceleration and the deceleration distance W at the time
of performing the deceleration control can be set. Through
the use of the function of the deceleration setting unit 21c,
the control unit 20 outputs information indicating the decel-
eration for each remaining distance Z and the deceleration
distance W to the ECU 50.

Then, the ECU 50 acquires the remaining distance Z from
the vehicle C to the deceleration end point E (step S160).
The ECU 50 determines whether the remaining distance Z
from the vehicle C to the deceleration end point E is equal
to or less than the deceleration distance W (step S170).
When it is determined that the remaining distance Z is not
equal to or less than the deceleration distance W (N in step
S170), the ECU 50 returns the process flow to step S160.
That is, the ECU 50 continues to perform the process (step
S160) of acquiring the remaining distance 7 until the
remaining distance Z is equal to or less than the deceleration
distance W.

On the other hand, when it is determined that the remain-
ing distance Z is equal to or less than the deceleration
distance W (Y in step S170), the ECU 50 performs the
deceleration control (step S180). The ECU 50 acquires the
deceleration for each remaining distance Z on the basis of
the information output from the navigation system 10 and
outputs the acquired deceleration to the power generator 47,
the gear mechanism 49¢, and the frictional brake unit 45.
When the power corresponding to the deceleration set by the
navigation system 10 is equal to or less than the regenerative
upper-limit power, the ECU 50 performs the deceleration
control using only the regenerative brake. On the other hand,
when the power corresponding to the deceleration set by the
navigation system 10 is greater than the regenerative upper-
limit power, the ECU 50 performs the deceleration control
using the frictional brake or the like in addition to the
regenerative brake.

When the determination distance L as the traffic volume
falls into the first distance section, the power corresponding
to the deceleration can be set to be equal to or less than the
regenerative upper-limit power by setting the deceleration
on the basis of the reference deceleration function F(Z), and
the kinetic energy of the vehicle can be recovered to the
battery 49a as much as possible. On the other hand, when the
determination distance L as the traffic volume falls into the
second distance section and the third distance section, it is
possible to reduce the vehicle speed at a large deceleration
and to reduce the deceleration distance W by setting the
deceleration on the basis of the deceleration functions K1-F
(Z) and K2-F(Z). Accordingly, when the traffic volume is
large, it is possible to prevent the deceleration control from
being stared from a position excessively distant from the
target deceleration point T and to prevent the traffic flow
from being disturbed.

3. Other Examples

While various features have been described in conjunc-
tion with the examples outlined above, various alternatives,
modifications, variations, and/or improvements of those
features and/or examples may be possible. Accordingly, the
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examples, as set forth above, are intended to be illustrative.
Various changes may be made without departing from the
broad spirit and scope of the underlying inventive principles.

In the above-mentioned example, the ECU 50 performs
the deceleration control on the basis of the deceleration set
by the navigation system 10, but the ECU 50 may set the
deceleration and may perform the deceleration control. The
learning in the learning information 3054 is not essential, but,
for example, the control unit 20 may acquire a point (such
as a crossing) at which a stop is required by the law as the
deceleration end point E from the map information 30a and
may set the deceleration for making the vehicle speed at the
deceleration end point E be 0 depending on the traffic
volume. In this case, the control unit 20 can acquire the
traffic volume from a source other than the learning infor-
mation 305. For example, the control unit 20 may acquire
the traffic volume from traffic information (for example,
traffic jam information). The learning information 305 may
not be learned for each vehicle C or common learning
information 305 may be learned in a server with which
multiple vehicles can communicate. Since the traffic volume
may vary depending on days or time zones, the deceleration
end point E may be learned for each day or for each time
zone at which the deceleration of the vehicle C is ended in
the learning information 305.

In the above-mentioned example, the deceleration func-
tions K1-F(Z) and K2-F(Z) are constants k1 and k2 times the
reference deceleration function F(Z), respectively, but a
vertex or an inflection point as well as the slope of the
function defining the deceleration may vary depending on
the traffic volume. The optimal deceleration has only to be
set for each traffic volume so that the traffic flow is not
disturbed and the order of the deceleration function or the
like may vary depending on the traffic volume. In the
above-mentioned example, the deceleration varies depend-
ing on the remaining distance Z, but the control unit 20 may
set the deceleration to be constant regardless of the remain-
ing distance Z. That is, the ECU 50 may perform a decel-
eration control of a constant deceleration at decelerations
different depending on the traffic volume. In the above-
mentioned example, the deceleration control for improving
the regeneration efficiency is performed, but the control unit
20 may set a deceleration in which a driver’s ride quality or
the like is emphasized depending on the traffic volume. In
this case, the control unit 20 may set the deceleration to be
closer to an ideal deceleration for ride quality or the like as
the traffic volume decreases and may set the deceleration to
be farther from the ideal deceleration for ride quality or the
like as the traffic volume increases.

As described above, the deceleration setting system
includes: a deceleration point acquiring unit that acquires a
deceleration point on a map; and a deceleration setting unit
that sets a deceleration at the time of performing a decel-
eration control of a vehicle before the deceleration point
depending on a traffic volume at the deceleration point. The
deceleration point on the map is a point at which the vehicle
decelerates and which can be derived from the map infor-
mation and may be a point at which a feature as a factor for
decelerating the vehicle is present or a point having a road
shape that makes the vehicle decelerate. The deceleration
setting unit may set the deceleration depending on a traffic
volume at the deceleration point. The traffic volume may be
a previous traffic volume or a current traffic volume. For
example, the deceleration setting unit may acquire the traffic
volume on the basis of a vehicle passing history at the
deceleration point or may acquire the traffic volume on the
basis of the measurement result of a sensor (such as a vehicle
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sensor or an inter-vehicle sensor) that is mounted on the
vehicle, a different vehicle, or a road. The deceleration
setting unit may acquire information indicating the traffic
volume by communications with an external server or the
like. The deceleration setting unit may not directly acquire
the value indicating the traffic volume but may acquire, for
example, an index value, which increases as the traffic
volume increases, as the traffic volume.

The deceleration setting unit has only to set the decelera-
tion depending on the traffic volume at the deceleration
point, may set the deceleration depending on the magnitude
of the traffic volume, or may set the deceleration depending
on the variation in traffic volume. For example, the optimal
deceleration for each traffic volume may be measured by
experiments and the deceleration may be set depending on
the traffic volume with reference to a table in which the
optimal deceleration for each traffic volume is defined. The
deceleration means acceleration for reducing a speed of a
vehicle traveling forward and has a positive value when the
vehicle speed is reduced. The deceleration setting unit may
not set the deceleration on the basis of only the traffic
volume, but may set the deceleration on the basis of a current
vehicle speed, a target vehicle speed, a frictional coefficient
of a road, or the like. The reduction mechanism of a vehicle
realizing the deceleration depending on the traffic volume
may be any reduction mechanism, and may be a regenerative
brake, an engine brake, a frictional brake, or a combination
thereof. For example, in a configuration in which the fric-
tional brake and the regenerative brake can be used together,
the deceleration setting unit may set the deceleration so as
not to use the frictional brake in principle and may set the
deceleration so as to use the friction brake and the regen-
erative brake together when the traffic volume can lead to
disturbing the traffic flow.

The deceleration setting unit may acquire a distance from
a deceleration end point, at which the deceleration of a
vehicle is ended before the deceleration point in the past, to
the deceleration point as the traffic volume. It is ideal that the
deceleration of the vehicle is ended at the deceleration point
registered as a point at which the vehicle decelerates on the
mayp, but the deceleration is actually ended at a deceleration
end point before the deceleration point due to different
vehicles present between the vehicle and the deceleration
point. Here, as the distance from the deceleration end point
to the deceleration point increases, the number of different
vehicles present between the vehicle and the deceleration
point increases and the traffic volume increases. Accord-
ingly, the deceleration setting unit can acquire the distance
from the deceleration end point to the deceleration point as
the traffic volume. Since the deceleration end point can be
learned, the traffic volume may not be acquired by a sensor,
communications, or the like. The point at which the decel-
eration is ended may be a point at which the vehicle speed
is equal to O subsequently to a decrease in vehicle speed or
a point at which the vehicle speed increases again subse-
quently to the decrease in vehicle speed.

The deceleration setting unit may set the deceleration to
increase as the traffic volume increases. Here, when the
traffic volume is large and the deceleration is slowly per-
formed at a small deceleration from a position located
distant from the deceleration point, the traffic flow may be
disturbed. When the point at which the deceleration is
started is distant from the deceleration point, a driver of a
different vehicle may misunderstand that the deceleration is
not a deceleration to the deceleration point and thus the
different vehicle may decelerate at an unnecessarily-large
deceleration. When the point at which the deceleration is
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started is distance from the deceleration point, a drive of a
different vehicle may misunderstand that a traffic jam
occurs. On the contrary, by setting the deceleration to
increase as the traffic volume increases, it is possible to start
the deceleration from a position close to the deceleration
point and thus to prevent the traffic flow from being dis-
turbed. The deceleration setting unit may set the deceleration
with reference to a table in which the deceleration is defined
for each section of traffic volume or may set the deceleration
using a monotonous increasing function of traffic volume.

The deceleration setting unit may set the deceleration so
as not to perform the deceleration control when the traffic
volume is equal to or greater than a threshold value. When
the traffic volume is equal to or greater than a threshold
value, a driver can perform the deceleration on the basis of
his or her own determination instead of performing the
deceleration control and it is thus possible to prevent the
traffic flow from being disturbed.

The deceleration setting unit may set the deceleration so
that a predetermined target vehicle speed is achieved at the
deceleration end point. Accordingly, it is possible to reduce
the vehicle speed at the deceleration end point to the target
vehicle speed. When the deceleration is set to increase as the
traffic volume increases and the deceleration is set to reach
the target vehicle speed at the deceleration end point, the
deceleration is started at a point that is closer to the decel-
eration end point with an increase in the traffic volume.

The technique of setting a deceleration depending on a
traffic volume may be applicable to a program or a method.
The above-mentioned system, program, and method may be
embodied by a single device, may be embodied by multiple
devices, or may be embodied using components shared by
the constituent units of a vehicle and include various aspects.
For example, the navigation system, method, or program
employing the above-mentioned system can be provided.
The configuration can be properly modified as in a configu-
ration in which a part is embodied by software and a part is
embodied by hardware. The inventive principles described
herein may be embodied as a recording medium of a
program for controlling the system. The software recording
medium may be embodied as a magnetic recording medium
or a magneto-optical recording medium, and may be embod-
ied as any recording medium to be developed in the future.

What is claimed is:
1. A deceleration setting system for a vehicle, the system
comprising:
a memory that stores:
a computer-executable deceleration control program;
and
map information describing a map;
a processor that, when the deceleration control program is
executed:
accesses learning information, the learning information
including target deceleration points associated with
deceleration end points, each target deceleration
point being a point on a road where deceleration of
the vehicle must be completed, and each deceleration
end point being a point representative of one or more
locations at which deceleration of the vehicle or
another vehicle was actually completed in the past as
the vehicle or the other vehicle approached the
associated deceleration end point;
acquires from the learning information a target decel-
eration point in the direction of travel of the vehicle
and the deceleration end point associated with the
acquired target deceleration point;
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based on the map information, determines a distance
between the acquired target deceleration point and
the acquired deceleration end point;

predicts that the determined distance is a distance over
which traffic is present prior to the target deceleration
point in the direction of travel of the vehicle; and

communicates with a vehicle ECU to perform a decel-
eration control of the vehicle so that (i) the longer the
determined distance, the greater the deceleration rate
applied during the deceleration control, and (ii) the
deceleration is complete by the time the vehicle
reaches the acquired deceleration end point.

2. The deceleration setting system according to claim 1,
wherein, when the deceleration control program is executed,
the processor cancels the deceleration control when the
predicted distance over which traffic is present is equal to or
greater than a predetermined threshold distance.

3. The deceleration setting system according to claim 1,
wherein, when the deceleration control program is executed,
the processor sets the deceleration control so that the decel-
eration is complete when a predetermined target speed of the
vehicle is achieved at the acquired deceleration end point.

4. The deceleration setting system according to claim 1,
wherein, when the deceleration control program is executed,
the processor:

determines whether the predicted distance over which

traffic is present is within a first predetermined distance
range or a second predetermined distance range, each
distance falling within the first predetermined distance
range being shorter than each distance falling within
the second predetermined distance range;

when the predicted distance over which traffic is present

is within the first predetermined distance range, per-
forms the deceleration control of the vehicle so that a
first predetermined deceleration rate is applied during
the deceleration control; and

when the predicted distance over which traffic is present

is within the second predetermined distance range,
performs the deceleration control of the vehicle so that
a second predetermined deceleration rate is applied
during the deceleration control, the second predeter-
mined deceleration being greater than the first prede-
termined deceleration rate.

5. The deceleration setting system according to claim 1,
wherein:

the learning information includes a plurality of decelera-

tion end points associated with the acquired target
deceleration point; and

when the deceleration control program is executed, the

processor selects the one of the plurality of deceleration
end points associated with the acquired target decel-
eration point that is closest to the acquired target
deceleration point as the acquired deceleration end
point.

6. The deceleration setting system according to claim 1,
wherein the learning information is stored in the memory.

7. The deceleration setting system according to claim 1,
wherein the learning information is stored on a remote
server.

8. The deceleration setting system according to claim 1,
wherein:

the learning information includes a plurality of decelera-

tion end points associated with the acquired target
deceleration point, each one of the plurality of decel-
eration end points associated with the acquired target
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deceleration point being associated with at least one of
a particular day of the week and a particular time of the
day; and

when the deceleration control program is executed, the

processor selects one of the plurality of deceleration
end points associated with the acquired target decel-
eration point as the acquired deceleration end point
based on the associated at least one of a particular day
of the week and a particular time of the day.

9. A deceleration setting method for a vehicle, the system
comprising:

accessing, with a processor:

map information describing a map; and

learning information, the learning information includ-
ing target deceleration points associated with decel-
eration end points, each target deceleration point
being a point on a road where deceleration of the
vehicle must be completed, and each deceleration
end point being a point representative of one or more
locations at which deceleration of the vehicle or
another vehicle was actually completed in the past as
the vehicle or the other vehicle approached the
associated deceleration end point;

acquiring from the learning information, with the proces-

sor, a target deceleration point in the direction of travel
of the vehicle and the deceleration end point associated
with the acquired target deceleration point;
based on the map information, determining, with the
processor, a distance between the acquired target decel-
eration point and the acquired deceleration end point;

predicting, with the processor, that the determined dis-
tance is a distance over which traffic is present prior to
the target deceleration point in the direction of travel of
the vehicle; and

causing the processor to communicate with a vehicle ECU

to perform a deceleration control of the vehicle so that
(1) the longer the determined distance, the greater the
deceleration rate applied during the deceleration con-
trol, and (ii) the deceleration is complete by the time the
vehicle reaches the acquired deceleration end point.

10. The deceleration setting method according to claim 9,
further comprising canceling, with the processor, the decel-
eration control when the predicted distance over which
traffic is present is equal to or greater than a predetermined
threshold distance.

11. The deceleration setting method according to claim 9,
further comprising setting, with the processor, the decelera-
tion control so that the deceleration is complete when a
predetermined target speed of the vehicle is achieved at the
acquired deceleration end point.

12. The deceleration setting method according to claim 9,
further comprising:

determining, with the processor, whether the predicted

distance over which traffic is present is within a first
predetermined distance range or a second predeter-
mined distance range, each distance falling within the
first predetermined distance range being shorter than
each distance falling within the second predetermined
distance range;

when the predicted distance over which traffic is present

is within the first predetermined distance range, per-
forming, with the processor, the deceleration control of
the vehicle so that a first predetermined deceleration
rate is applied during the deceleration control; and
when the predicted distance over which traffic is present
is within the second predetermined distance range,
performing, with the processor, the deceleration control
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of the vehicle so that a second predetermined decel-
eration rate is applied during the deceleration control,
the second predetermined deceleration being greater
than the first predetermined deceleration rate.

13. The deceleration setting method according to claim 9,
wherein:

the learning information includes a plurality of decelera-

tion end points associated with the acquired target
deceleration point; and

the method further comprises selecting, with the proces-

sor, the one of the plurality of deceleration end points
associated with the acquired target deceleration point
that is closest to the acquired target deceleration point
as the acquired deceleration end point.

14. The deceleration setting method according to claim 9,
wherein:

the learning information includes a plurality of decelera-

tion end points associated with the acquired target
deceleration point, each one of the plurality of decel-
eration end points associated with the acquired target
deceleration point being associated with at least one of
a particular day of the week and a particular time of the
day; and

the method further comprises selecting, with the proces-

sor, one of the plurality of deceleration end points
associated with the acquired target deceleration point as
the acquired deceleration end point based on the asso-
ciated at least one of a particular day of the week and
a particular time of the day.

15. A computer-readable storage medium storing a com-
puter-executable deceleration setting program for a vehicle,
the program comprising:

instructions causing a processor to access:

map information describing a map; and

learning information, the learning information includ-
ing target deceleration points associated with decel-
eration end points, each target deceleration point
being a point on a road where deceleration of the
vehicle must be completed, and each deceleration
end point being a point representative of one or more
locations at which deceleration of the vehicle or
another vehicle was actually completed in the past as
the vehicle or the other vehicle approached the
associated deceleration end point;

instructions causing the processor to acquire from the

learning information a target deceleration point in the
direction of travel of the vehicle and the deceleration
end point associated with the acquired target decelera-
tion point;

instructions causing the processor to, based on the map

information, determine a distance between the acquired
target deceleration point and the acquired deceleration
end point;

instructions causing the processor to predict that the

determined distance is a distance over which traffic is
present prior to the target deceleration point in the
direction of travel of the vehicle; and

instructions causing the processor to communicate with a

vehicle ECU to perform a deceleration control of the
vehicle so that (i) the longer the determined distance,
the greater the deceleration rate applied during the
deceleration control, and (ii) the deceleration is com-
plete by the time the vehicle reaches the acquired
deceleration end point.
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16. The computer-readable storage medium according to
claim 15, the program further comprising instructions caus-
ing the processor to cancel the deceleration control when the
predicted distance over which traffic is present is equal to or
greater than a predetermined threshold distance.

17. The computer-readable storage medium according to
claim 15, the program further comprising instructions caus-
ing the processor to set the deceleration control so that the
deceleration is complete when a predetermined target speed
of the vehicle is achieved at the acquired deceleration end
point.

18. The computer-readable storage medium according to
claim 15, the program further comprising:

instructions causing the processor to determine whether

the predicted distance over which traffic is present is
within a first predetermined distance range or a second
predetermined distance range, each distance falling
within the first predetermined distance range being
shorter than each distance falling within the second
predetermined distance range;

instructions causing the processor to, when the predicted

distance over which traffic is present is within the first
predetermined distance range, perform the deceleration
control of the vehicle so that a first predetermined
deceleration rate is applied during the deceleration
control; and

instructions causing the processor to, when the predicted

distance over which traffic is present is within the
second predetermined distance range, perform the
deceleration control of the vehicle so that a second
predetermined deceleration rate is applied during the
deceleration control, the second predetermined decel-
eration being greater than the first predetermined decel-
eration rate.

19. The computer-readable storage medium according to
claim 15, wherein:

the learning information includes a plurality of decelera-

tion end points associated with the acquired target
deceleration point; and

the program further comprises instructions causing the

processor to select the one of the plurality of decelera-
tion end points associated with the acquired target
deceleration point that is closest to the acquired target
deceleration point as the acquired deceleration end
point.

20. The computer-readable storage medium according to
claim 15, wherein:

the learning information includes a plurality of decelera-

tion end points associated with the acquired target
deceleration point, each one of the plurality of decel-
eration end points associated with the acquired target
deceleration point being associated with at least one of
a particular day of the week and a particular time of the
day; and

the program further comprises instructions causing the

processor to select one of the plurality of deceleration
end points associated with the acquired target decel-
eration point as the acquired deceleration end point
based on the associated at least one of a particular day
of the week and a particular time of the day.
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